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Standard C la s s i f i c a t io n s  as Compared with 
Certain State C la s s i f i c a t io n s ,
CHAPTER I .
Orig in and Extent o f  the State  and 
In te rs ta te  C la s s i f i c a t io n s .
The importance o f  c l a s s i f i c a t i o n  began to be recognized 
at an ea r ly  date. The stage companies, among the f i r s t  transpor­
ta t ion  mediums, made an e f f o r t  to d i f f e r e n t i a t e  between commodi­
t i e s  o f  th e same or s im i la r  c lasses .  These so ca l led  c l a s s i f i c a ­
t ions, although very  rough and incomplete at f i r s t ,  have no doubt 
been the basis  f o r  future development. The water c a r r ie r s  made 
some improvement on the stage coach c l a s s i f i c a t i o n  and carr ied  
the grouping process a step fu rther .  From the f i r s t ,  an e f f o r t  
was made to charge a d i f f e r e n t  rate  f o r  each c lass .
The ra i l roads ,  in many p laces ,  p a r a l l e l in g  water routes, 
had to b id  f o r  the competit ive  t r a f f i c .  As the waterways preceded 
the ra i l roads ,  the l a t t e r  were fo rced ,  to  a la rg e  extent, to 
f o l l o w  the system o f  c l a s s i f i c a t i o n  o f  the former. However, i t  
was not u n t i l  the passing o f  the In t e r s ta t e  Commerce Law that 
c l a s s i f i c a t i o n  of a r t i c l e s  began to assume more importance.
U n t i l  then, owing to the many rebates o f f e r e d  by ra i l roads ,  i t  
was rather a c l a s s i f i c a t i o n  o f  shippers than a c l a s s i f i c a t i o n  o f
a r t i c l e s
2The early railroads, as had the waterways before them, 
found it necessary to use the principle of c lass if icat ion .  The 
Liverpool and Manchester Railroad in 1828 contained forty freight  
items. Twenty-seven years later ,  1855* the South Carolina R a i l ­
road contained 300 items. 1 At that time most of the t r a f f i c  was 
local and there was no need for an elaborate ca lss i f icat ion .
There were no trunk l in es  then and each road proceeded to meet 
the economic conditions pecu l ia r  to i t s  t e r r i t o r y .
As each section of the country developed and the r a i l ­
roads began to spread t h e i r  net-work o f  tracks from the A t la n t ic  
to the P a c i f i c  and from the Great Lakes to the Gulf o f  Mexico, 
they brought with them a growing v a r i e t y  in a r t i c l e s  o f  trade and 
a more mature knowledge o f  t r a f f i c  p r in c ip le s .  Through business 
developed rap id ly  and with i t  a demand by shippers fo r  more uniform 
c l a s s i f i c a t i o n s .  Independent companies were organized to handle 
the through f r e i g h t  and to arrange fo r  proper f a c i l i t i e s  with the 
severa l  ra i l roads  over whose tracks they operated. The ir  in f luence 
was s u f f i c i e n t  to compel the ra i l roads  to r e a l i z e  the e v i l  o f  the 
s i tu a t ion  and to take some steps to reduce i t .
About 1882, the "Revised Joint C lassif ication",  father 
of the present Western C lassif ication, and the "Middle and Western 
States C lassif ications" ,  applying to what is now termed Trunk Line 
and Central freight association te rr ito r ies ,  as well as westbound 
and eastbound c lass if ications applying to t r a f f i c  between Atlantic
p
points and the Middle West, were adopted. La te r  in the same year, 
the "Jo int  Western C la s s i f i c a t i o n "  had been put into e f f e c t  on
1. E.R. Lewsnup: Fre ight  C la s s i f i c a t i o n .  P . 3 .
2. Ibid. P.93.
many roads. Each year add it iona l  roads adopted these ea r ly  uni­
form c l a s s i f i c a t i o n s  u n t i l  1886 when the number o f  c l a s s i f i c a t i o n s  
in the country had been reduced to about The three great
c l a s s i f i c a t i o n s  were organized aoout 1889* In the ea r ly  80 's 
each o f  the lead ing  c l a s s i f i c a t i o n s  numbered aoout 1000 items.
In the Standard C la s s i f i c a t io n s  the items grew by leaps and bounds 
u n t i l  they amounted to severa l  thousands in each.
Table Showing Increase o f  Items in the
Standard Class i f  icat ions
Year O f f ic ia l Western Southern
1890 5,747 3,859 1,853
1900 9,617 7,561 3,245
The d i f f e r e n c e  between these c l a s s i f i c a t i o n s  was not only in the 
number o f  items but a lso  in the proportion o f  car load to le ss  
than car load ra t ings .  This is  i l lu s t r a t e d  by the fo l lo w in g  
t a b l e . 2
Table Showing Proport ion o f  Carload 
Ratings to To ta l  Ratings.
Year O f f i c i a l Western Southern
1887 40$ 44$ 18$
1902 81$ 65#
1912 70$
E.R.Dewsnup : Fre ight C la s s i f i c a t i o n s .  P.94.
2. Ib id .  P .4 .
4Another step towards u n i f i c a t io n  was the conso l idat ion  
movement which s tarted  in the 50’ s. As a number o f  short l in e s  
cane under a common contro l a l l  rules and regu lat ions had to  be 
modif ied f o r  the convenience o f  the res t  o f  the group. With the 
organ izat ion o f  systems reaching across h a l f  a continent, the r a i l ­
road manager had to adapt h imse l f  to a broader aspect. I t  was his 
duty to make each d iv is ion  o f  the system pay, not merely one c i t y .
Great impetus was g iven to the u n i f i c a t io n  movement 
by the law creat ing  the In te rs ta te  Commerce Commission. This 
commission is  the one d is in te res ted  body which can survey the 
whole s i tua t ion  with an unbiased eye and act as a c lear ing  house 
* f o r  a l l  d i f f e ren ces .  While the In t e r s ta t e  Commerce Commission has 
no ju r i s d i c t i o n  over in t ras ta te  regu lat ions yet  i t  acts as a 
fa c t o r  in in f luencing the various State Commissions. The Commerce 
Law has served as a model f o r  many s ta te  ra i lway laws. The Stand­
ard C la s s i f i c a t io n s  in f luence the in t ra s ta te  regu lat ions  to  a 
la rg e  extent and supercede them on a l l  shipments e i th e r  o r ig in a ­
t in g  outside o f  the s ta te  f o r  points w ithin the s ta te  or, o r i g in ­
a t ing  w ith in  the s ta te  but going out o f  the s ta te .
I t  is  quite  d i f f i c u l t  to de f ine  exac t ly  the boundaries 
o f  the various t e r r i t o r i a l  d iv is ion s .  As was mentioned above 
the o r ig in  o f  any d iv i s io n  was due to i t s  ind iv idua l  economic 
condit ion. At f i r s t  i t  was a la rge  c i t y ,  a port ,  or a r a i l r o a d  
center that demanded spec ia l  a t ten t ion .  Gradually th is  point 
exerted i t s  in f luence on the surrounding t e r r i t o r y  u n t i l  i t s  sphere 
was g r e a t l y  enlarged u n t i l  now a l l  the in t e r s ta t e  f r e i g h t  move­
ments in the United States are governed by three c l a s s i f i c a t i o n s ,
5the O f f i c i a l ,  the Western, and the Southern. These standard c l a s ­
s i f i c a t i o n s ,  as they are sometimes ca l led ,  with th e i r  exceptions, 
are l a r g e l y  inf luenced by the ru l ings  o f  the In t e r s ta t e  Commerce 
Commission. The Standard C la s s i f i c a t io n s  apply even on in t ra s ta te  
shipments unless otherwise provided f o r  by a l o c a l  c l a s s i f i c a t i o n ,  
but they supersede a l l  others on f r e i g h t  moving from one s ta te  
into another. When an a r t i c l e  moves from one t e r r i t o r y  into an­
other, on a through rate ,  only one c l a s s i f i c a t i o n  w i l l  govern, but 
i f  the a r t i c l e  moves on a combination o f  two or more rates , 
severa l  c l a s s i f i c a t i o n s  may govern the shipment.
The boundaries o f  the O f f i c i a l  C la s s i f i c a t i o n  t e r r i t o r y
p
as understood by ra i lway t r a f f i c  men are the eastern shore o f 
Lake Michigan and I l l i n o i s ;  Indiana State l in e ,  to the Ohio R iver ;  
then by an a rb i t ra ry  l in e  through Roanoke, V i r g in ia ,  Lynchburg 
and Petersburg to Suffulk, then up to Nor fo lk  and the co a s t .3 j t  
takes in such centers as New York, Ph i lade lph ia ,  Boston, Chicago, 
Charleston, and Richmond.
The Southern C la s s i f i c a t i o n  t e r r i t o r y  extends east o f  
the M iss is s ipp i  R iver  and South o f  the O f t i c i a l  boundaries.4"
The Western C la s s i f i c a t i o n  t e r r i t o r y  is  a l l  that vast 
area west o f  the O f f i c i a l  and Southern t e r r i t o r i e s . ^
The State C la s s i f i c a t io n s ,  as a lready pointed out, 
govern f r e i g h t  movements within th e ir  own t e r r i t o r y .  However,
1. E.R.Dewsnup: Fre ight  C la s s i f i c a t i o n s .  P . l6 .
2. W i l l iam  Shelton: Railway Maps. Map 1.
3. E.R.Dewsnup: Fre ight  C la s s i f i c a t i o n s .  P.21
4. Wil l iam Shelton: Railway Maps. Map 1.
Ib id .
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because o f  the in f luence o f  some center, such as Chicago, a s ta te  
c l a s s i f i c a t i o n  may apply within neighboring t e r r i t o r y  outside o f  
i t s  own boundaries. This i s  true when an important center act3 as 
a d is t r ib u t in g  point to a l l  neighboring c i t i e s .  The I l l i n o i s  
C la s s i f i c a t i o n  is  in fo rce  not only on a l l  in t ra s ta te  shipments 
but a lso  at St .Louis  and Dubuque, Iowa and at a l l  points between 
bordering on the west bank of the M iss is s ipp i  R ive r .  Terre Haute 
and a l l  points north on the main l in e  or the Chicago and North­
western Railroad, po ints between Milwaukee and Je f fe rson  Junction, 
a l l  po ints east o f  the r igh t-o f -w ay  o f  the Chicago and Northwestern 
from Je f fe rson  Junction to B e lo i t ,  Wisconsin, in c lus ive ,  s ta t ions  
on the west bank o f  the M iss iss ipp i  R iver ,  S t .Lou is ,  Burlington 
and a l l  points in Detween, and also on t r a f f i c  to and from sta t ions  
on and adjacent to the I l l in o i3 - In d ia n a  State Line in the State 
Of Ind iana .1
The Texas and Georgia c l a s s i f i c a t i o n s  govern with in  
th e i r  own respec t iv e  t e r r i t o r i e s .  Like a l l  the other c l a s s i f i c a ­
t ions ,  these two attempt to prov ide  f o r  these condit ions which are 
pecu l ia r  to them and are not taken care o f  by the standard c l a s s i ­
f i c a t i o n  ru l ings .
Each c l a s s i f i c a t i o n  contains a number o f  c lasses under 
which commodities are grouped. As was a lready mentioned, many 
fac to rs  enter into the making of ra tes .  As a l l  these c l a s s i f i c a ­
t ions have been b u i l t  up step by step during a long per iod of  
years, i t  is  hard to t e l l  what reasons guided the t r a f f i c  experts 
in each case. However, in a general way i t  is  safe to assume that 
the fo l lo w in g  have had considerable in f luence .  The geographical 
pos i t ion  o f  the shipper and the r e la t io n  o f  severa l  markets to 
l .  Ei>B*Dewsnup:Fr b ight .  C la s s i f i c a t i o n s .  P.21. __________________
each other and to the shipper w i l l  tend to  depress f r e i g h t  charges. 
C iv ic  needs, value and r isk  in transport ing  various kinds o f  a r t i ­
c le s ,  and competit ive  commodities are causes which a ss is t  the ra te  
expert to decide in what class a commodity should be placed. A l l  
c l a s s i f i c a t i o n s  fo l lo w  some uniformity in naming the c lasses .  
In va r iab ly  f i r s t ,  second, and th ird  classes are reserved f o r  
a r t i c l e s  taking a higher ra t ing  than those numbered above three or 
by l e t t e r .  No uniformity  is fo l lowed  by them in the method o f  
numbering the c lasses .  The fo l lo w in g  tab le  shows the number o f  
c lasses in each c l a s s i f i c a t i o n  under discussion.
Number o f
C la s s i f i c a t i o n  Classes Classes
O f f ic ia l 1 2 R. 25 3 R. 28 4 5 6 9
Southern 1 2 3 4 5 6 A B c D E F H 13
Western 1 2 3 4 5 A B C D E 10
Georgia 1 2 3 4 5 6 A - R (except G) 24
I l l in o i s 1 2 3 4 5 6 7 8 9 10 10
Texas 1 2 3 4 5 A B c D E 10
Although the O f f ic ia l  has but six numbered classes, it  
also has three rules, 25, 26, and 28, which in re a l i ty  provide for  
additional classes. Rule 25 provides that a l l  a r t ic les  subject to 
this rule take a rating f i fteen  per cent ( 15^) lower than second 
class. Rule 26 provides for  a, class higher than fourth but twenty 
per cent (20^) below third class rates. While Rule 28 provides a 
table of amounts to oe added to the fourth class rate to make a 
rate for a rt ic les  coming under this rule. But in no case may the 
rating under these three rules be higher than the net rate of the 
class above. In addition, each c lass if ication  provides a progres-
8sion o f  c lasses above f i r s t  c lass, as 1^, D1 , 3^1. e t c . ,  f o r  
Once and a Quarter, F i r s t  Class, Double F i r s t  Class, and Three 
times F i r s t  Class, r e s p ec t i v e ly .
The method o f  un i fy ing  the classes w i l l  be taken up 
in a l a t e r  chapter.
CHAPTER I I
Comparison o f  the Rules.
I t  was seen in the f i r s t  chapter how c la s s i f i c a t i o n s  
o r ig ina ted .  The f i r s t  attempt o f  the ea r ly  ra te  makers was to 
d is t ingu ish  "between the d i f f e r e n t  commodities. They learned 
through experience, however, that such a c l a s s i f i c a t i o n  was not 
enough. To permit a man to ship one hundred pounds o f  sugar in a 
wooden box weighing f i f t y  pounds and to charge him f o r  one hundred- 
f i f t y  pounds o f  sugar is  as unjust as i f  he were charged f o r  one 
hu ndred - f i f ty  pounds of wood. There must he some allowance f o r  
the weight o f  the box. A la rge  d isp lay  window p la te ,  boxed, may 
be sent standing up or f l a t  on the f l o o r  of the car. I t  would be 
un fa ir  to the shipper i f  he were to pay the same ra te  f o r  e i th e r  
method. I t  occupies a good deal more space when i t  is  f l a t  and 
should th e re fo re  pay more.. A race horse requires g rea ter  care and 
b e t t e r  accommodation en route than a truck horse does. The c a r r i e r  
should c e r ta in ly  be recompensed f o r  the ex tra  labor and expense.
A farmer wants to send f o r t y  thousand pounds of grain to the market 
He asks the ra i l r o a d  f o r  a car o f  that capacity .  He rece ives  two 
cars o f  t h i r t y  thousand pounds capacity  each. Shall  he be required 
to pay f o r  the t o t a l  minimum weight o f  both cars? Such problems 
and many others o f  s im i la r  nature are o f  every day occurence in 
shipping c i r c l e s .  Some rules must be es tab l ished  fo r  general 
app l ica t ion .  A shipper wants to know immediately the ra te  f o r  an
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a r t i c l e  to be sent f o r  any given d istance. Delay is too c o s t ly .
I t  is  quite  evident that as t r a f f i c  increased new problems arose 
f o r  which prov is ion  had to  be made. The ra t ings  depend not only 
on the distance traversed and the kind o f  commodity, but a lso on 
the method o f  shipment. I f  i t  i s ” Set Up” i t  w i l l  take a higher 
c lass ra te  than i f  i t  were completely knocked down. A car loaded 
by the consignee, w i l l  take a lower c lass  ra te  than i f  i t  were a 
small shipment which had to be handled severa l  times by the 
c a r r i e r .  In the l i g h t  o f  the above fa c ts ,  i t  is  qu ite  important 
that the ru les o f  each c l a s s i f i c a t i o n  under discussion be studied 
c a r e fu l l y .
The s ta te  c l a s s i f i c a t i o n s  o f  Texas, I l l i n o i s ,  and 
Georgia coming within the Western, O f f i c i a l  and Southern C l a s s i f i r  
cat ion t e r r i t o r i e s ,  r e s p e c t i v e ly ,  endeavor to  do f o r  in t ras ta te  
shipments what the three standard ones are doing f o r  the in t e r ­
s ta te  shipments. A sparse ly  s e t t l e d  area l i k e  Texas can not be 
placed on a par with a th ic k ly  populated area l i k e  I l l i n o i s .  The 
rules in each s ta te  attempt to meet the problems pecu l ia r  to i t s  
own economic w e l fa re .  In the tab le  f o l lo w in g  an e f f o r t  was made 
to point out the l i k e  and unlike points in each c l a s s i f i c a t i o n .
In the next few pages a fu r ther  e f f o r t  is  made to in te rp re t  the 
tabulated resu l ts .
The fo l lo w in g  issues were used. The Texas C l a s s i f i c a ­
t ion  Number 2, the Western Number 53* I l l i n o i s  Number 10 with
Supplements Numbers 23 and 27, the O f f i c i a l  Number 41, and the 
Southern Number 40 with Exceptions. In each case, whenever p o ss i ­
ble, the ru l ings  were rev ised  to date. These ru les  hold only when 
not otherwise s p e c i f i e d  under items or in Exceptions. Furthermore
when a
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c l a s s i f i c a t i o n  does not contain a cer ta in  ru l ing ,  i t  does not 
necessa r i ly  mean that there i3 no such a p rov is ion .  I t  may be 
included in the Exceptions published by ra i l r oa d  f r e i g h t  assoc ia ­
t ions and by ind iv idua l ra i l r oa d s .  Owing to the l im i ted  amount of 
time, some of the sources could not be examined. As the main 
ob ject  o f  th is  thes is  is  to compare cer ta in  s ta te  c l a s s i f i c a t i o n s  
with the standard c l a s s i f i c a t i o n s ,  the state ru l ings  were taken as 
a basis. Comparing the Western C la s s i f i c a t i o n  with the Texas 
C la s s i f i c a t i o n  i t  was found that the former is  governed l a r g e l y  
by the In te rs ta te  Commerce ru l ings  concerning shipments o f  danger­
ous f r e i g h t  and l i a b i l i t y  01 c a r r ie rs  f o r  damage to f r e i g h t  en 
lou te .  When an a r t i c l e  is  f a l s e l y  described or underb i l ied ,  the 
Texas Commission in Rule 3 provides f o r  a penalty  o f  ten per cent 
(10$) on corrected ra t ing  while Rule 1 oi the Western, quoting 
Section 10 o f  the Act to Regulate Commerce, makes i t  an o f fence  
punishable by f in e  or imprisonment.
Rule 5 o f  Texas provides f o r  a carload minimum based 
on whether the commodity is  of 3" c lass and higher, or lower than 
3*rd c lass ,  whi le  Rule 6 of the Western makes the minimum depend 
on the length o f  the car. Another point o f  d i f f e ren ce  between the 
Texas end Western C la s s i i i c a t io n s  is in the allowance f o r  temporary 
blocks and racks supplied by a shipper to p ro tec t  carload f r e i g h t  
in open cars. Rule 12 o f  tne former allows 1000 pounds per car- 
loa-d. Rule 27 oi the l a t t e r  allows only 500 pounds.
Rule 8 o f  Texas permits the shipment of ten head o f  
l i v e  stock to be shipped with emigrants' movables or bridge b u i ld ­
e r s ’ o u t i i t s .  Also one attendant is g iven f r e e  passage. But
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there is no corresponding provision in the Western rulings.
In a l l  Texas in t ra s ta te  shipments, the Kinds o f  "boxes 
used in packing and how shipped is  merely touched upon in Rule 13 
while the Western makes i t  the subject o f  Rules 8 and 42, p rov id ­
ing minute ins truct ions f o r  the guidance o f  shippers.
Rule 20 o f  Texas provides that consignee can not 
inspect a car- load shipment unless express premission is g iven by 
statement on b i l l i n g .  The Western rules have no such prov is ion .
Nor is there a prov is ion  to correspond with Rule 30 o f  Texas where­
by a minimum charge o f  30 cents per 100 pounds f o r  a distance not 
g rea te r  than 60 miles is  s p e c i f i e d  on a l l  a r t i c l e s  classed higher 
than f i r s t  c lass .
Texas rules 32, 33, 3* and provide respectively  
for  double charges on a l l  freight shipped by passenger train, a 
charge of 5 Per car * or each stopover p r iv i lege  at intermediate 
stations with a limit of three stops, the payment 01 one dollar  
per car for changing destination within forty-eight hours of 
arr iva l  or while in transit, and the return at £ rate oi a rt ic les  
exhibited at fa i r s  and expositions, For none of these is there a 
special ruling in the Western C lassif ication.
The Western C la s s i f i c a t io n  covering a v a s t l y  g rea te r  
area n ecessa r i ly  contains many ins truct ions  that the Texas omits 
e i th e r  because the Western rules are in fo rc e  a lso  on in t ras ta te  
shipments or because lo c a l  conditions do not require  them.
The I l l i n o i s  C la s s i f i c a t i o n  presents a pecu l ia r  s i tu a ­
t ion  because i t  covers a t e r r i t o r y  p a r t ly  in the O f f i c i a l  and 
p a r t ly  in the Western C la s s i f i c a t i o n  d i s t r i c t s .  There is  no
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corresponding prov is ion  e i th e r  in I l l i n o i s  or Western to Rule 23 
o f  the O f f i c i a l .  This ru le  permits the agent to c l a s s i f y  a r t i c l e s ,  
not c l a s s i f i e d ,  the same as analogous a r t i c l e s  and to n o t i f y  the 
General F re ight  Department immediately. When a r t i c l e s  are f a l s e l y  
described Rule 4A o f  the O f f i c i a l  makes i t  an o f fense punishable 
by f in e  or imprisonment. Rule 4 o f  the I l l i n o i s  requires f u l l  
payment but does not add any penalty . But i f  the goods should be 
lo s t  or damaged, the ca r r i e r  would be l i a b l e  only f o r  the a r t i c l e  
ca l led .
Rule 1 o f  the I l l i n o i s  provides a carload minimum o f  
20,000 pounds f o r  the f i r s t  three Classes and 24,000'pounds:mini­
mum fo r  the res t  while the I l l i n o i s ,  Buie 5-A&B, provides a minimum 
of 30,000 pounds when not otherwise sp e c i f i e d .  Stoves and 
f i x tu r e s  used in heating per ishable  f r e i g h t  in carload shipments 
may be returned at one-half  o f  fourth  class ra te  according to 
Rule 8 o f  I l l i n o i s .  The Standard c l a s s i f i c a t i o n  does not mention 
anything about the return. In Rule 7A o f  the O f f i c i a l  a cer ta in  
carload minimum fo r  each car is sp e c i f i e d  when a r t i c l e s  requ ir ing  
two or more cars are shipped. Rule 7 o f  I l l i n o i s  takes the actual 
weight above the f i r s t  ca r 's  capacity  as a basis 1 or the charges. 
The O f f i c i a l  requires that i f  two cars are required the minimum 
charge should be not le s s  than f o r  36,000 pounds carload ra te .  I f  
a shipper has but 30*000 pounds requ ir ing  two cars and one car has 
a capacity  o f  2^,000 pounds he w i l l  have to pay, according to the 
O f f i c i a l  m l in g s  fo r  36,000 pounds but according to the I l l i n o i s  
ru l ings he w i l l  have to pay only fu r  the actual weight.
Rule 10 o f  I l l i n o i s  merely mentions a few s p e c i f i c a ­
t ions f o r  packing, boxing, e tc .  The O f f i c i a l ,  however, i temizes
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such instruct ions in Rules 2 and 8 very  minutely. Rule o f
the o f f i c i a l  provides a minimum charge o f  5000 pounds at l e s s  than 
carload rates on a r t i c l e s  loaded on open cars. I l l i n o i s  ru les are 
s i l e n t  on th is  po in t .  There is no ru l in g  in e i th e r  the I l l i n o i s  
or O f f i c i a l  governing return shipments, f r e i g h t  subject to t rans­
f e r  en route, stopover p r iv e le g e s ,  f r e ig h t  forwarded by passenger 
t ra ins ,  or f o r  minimum charges on a r t i c l e s  h igher than f i r s t  c lass .
Rule 20 o f  I l l i n o i s  provides f o r  the return o f  empty 
packages at spec ia l  rates the same as Rule 25 o f  the Western. The 
O f f i c i a l  makes no d is t in c t io n  of them. According to Rule 4A o f  
the l a t t e r ,  a c a r r i e r  is  permitted to inspect f r e i g h t ,  I l l i n o i s  
goes on the supposition, that i t  is  unnecessary as there i s  no 
prov is ion  fo r  i t  in i t s  ru les .  A shipper may load ice  in bunkers 
f o r  r e f r i g e r a t i o n  and according to Rule 12 o f  O f f i c i a l ,  i t  w i l l  be 
carr ied  f r e e  provided consignee does not take the ic e .  I l l i n o i s  
has no spec ia l  ru l ing  on th is  matter. For does i t  requ ire  prepay­
ment on a r t i c l e s  o f  le ss  value than f r e i g h t  charges, whereas 
Rule 16 o f  the O f f i c i a l  s p e c i f i e s  that a l l  such shipments must be 
prepaid or guaranteed.
The Southern C la s s i f i c a t io n  ru les  and the Georgia, 
Exceptions do not c a l l  f o r  any spec ia l  ana lys is .  The only point 
wherein they d i f f e r  is in the matter o f  carload minima. The 
Georgia rules sp ec i fy  a minimum o f  20,000 pounds when not o ther­
wise provided while the Southern makes 34,000 pounds as a carload 
minimum.
In conclusion i t  may oe said that the State Railway 
Commissions adopt from the Standard C la s s i f i c a t io n s  those ru l ings 
which do not m a te r ia l ly  in t e r f e r e  with l o c a l  condit ions, but they
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make other prov is ions  whenever a ru l in g  o f  the In t e r s ta t e  C la s s i ­
f i c a t i o n s  seems to be unfavorable f o r  th e i r  respec t iv e  t e r r i t o r i e s .  
The ju s t i f i c a t i o n  f o r  these exceptions and th e i r  poss ib le  u n i f i c a ­
t ion  w i l l  be trea ted  in the la s t  chapter.
